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• .\ \ • 1 : • f:C lllr.;r 

Patrol Squadron SIX temporarily based 
a flight schadule, whichllji iincilliiuiidiiedilllll Pc-9 with crew 6A1 LCDR • 
hour ASW training flight on 
Enclosure !!• 

) 10 fly a six 
• Take orr time was to be 050001!. 

'il'e Patrol Plane Connander LCDR - USN tiled his flight 
clearance form 00175, enclosure 1_, and proceeded to his aircraft {Pc-9) 
A preflight inspection waa conducted and the engines started at approx
imately 0523L.OI. A check of the Naha AB tower records showed that Pc-9 
took ott at 052350!, Encloaure ~· 

With LCDR - i n the left aeat and LT Fred Corbett - 1315 
in tho r ight seat Pc-9 proceeded ae per the filed flight plAn route 
to the operating area at 7000 feet . Pc-9 arri ved in o r 
2'/.00N, 130-02E a t 0500251 to relieve Pc-6, PPC LCDR 
r.row 5A . As Pc-6 was engaged i n a free play exercise 
Hock AG (SS)274, and 25 minutes r emained until !inex, 
r equested that PC- 9 wait this additional time to 
of the exerciae. This request being agreeable to 
south approxiJIIatel.y 15 to 20 miles and began to ~~~••o:~.J...u•c 
crafts navigational ground plot i n preparation for his first exercise. 
The plot stabilization wna carried out at 700 feet and no malfuncnions 
of t he autopilot or any other system were noted . Pc-9 reported on 
station t o tho U.S .S . Rock at 0500521 and Comex of the exercise began 
at. time 0501051, 'nle position of the submarine and aircraft at Comex 
was 27-06N 130 02E, as listed i n the records of the u.s.s. Rock. 
Enclosure ~· 

After Comox PC- 9 r etir ed to the North arvt returned to datWII after 
a delay or 5 minutes ( 050110) . The first sc:nobo\1,1 wu placed North of 
datum, the second at datum, the third eonobo\1,1 was plac~ south of datum. 
The aircraft them began a right hand turn to cross a position )000 
yards west or datum on a heading of 090 for the fourth aonobouy drop. 
On top of this intended position tho eonobouy released malfUnctioned 
eo the aircraft continued C'J9(:fo a.nd crossing datum placed another 
aonobo~y to tho Eaat of dat~ A ni nety two hundred seventy degree 
turn maneuver was accomplished to bring the aircraft over the ea5tern 
sonobo\1,1 on a heading of 270. 'nlo aircraft passed over the eastern 
aonobouy and on past tho datum aonl'l\xluy and then dropped the f ifth 
sonobouy wes t of datum ao depicted i.n enclosure J!• Information gained 
~rom those drops led the Tactical Coordinator to place the submarine 
to the Southwest of datum and be requested tha Plano Commander to fly 
around the outside of the pattern !or continuation of tho problem. 

After paaaing the weotorn sonobouy t he Plane Commander began a :no anglo of bank turn to port. This turn was ehall.owec:l out when the 
TACOO requeated the aircratt to remain on the edge of the pattern. 
The ex:lct &n&lo of bank ill uncertain at this time. It ill at this point 
in time, approximately 050120! that PC- 9 contacted the water. The 
weather in the exercise wse not a factor. Enc:loauroe 3 thru 8. 
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PART I.'T DAMAGE 'ro AIRCRAFT 

The aircraft received ALFA damage as a result of impacting with 
the water. H. sunk in an area of water depth greater than 1600 fathoJM, 
The debris was originally confi ned to a rectangular area approximately 
1000 yards wide and 3000 yards long, oriented with the long axis in an 
East-West di rection. Wind and drift spread the debris to the Southwest, 

The aircraft impacted in a slightly nose high attitude (estimated! 
J-6 degrees nose up) at a rate of descent estimated to be less than 200 
feet per minute, 

As the aircraft contacted the water, the tail section separated 
from t he main fUselage in the area of the main cabin door, This was 
based on t he indicat~ons of an upward driving force around the sono 
oockage, which "'~~G down at the time. It appears that the left wing 
and propellero next made contact due to the pattern of buckling on the 
r.~ain cabin door . However, the last minute roll111g moment induced by the 
oilot aa he attempt~ to level his wings caused the impact attitude to 
be virtually wings level. This is born out by the pattern of inertial 
forces on the decldng and gear r ecovered, The deceleration of the w~~o.-. 
was grea~er than that of the attached fuselage structure and the direction 
was parallel to longitudinal axis of the aircraft. This indicates 
the wing was torn away, carrying a considerable portion of the area above 
it with i t, including the rails and seats at ths tactical station. The 
fuselage continued to disintegrate as it fairly skipped across the water 
through the sheets of flaming fuel from the now ruptured fuel tanke. 
The survivors (and poesibly others) were thrown clear orthe wreckage 
duri ng the disintegration. The entire evolution occured in the space 
of a few seconds . 

The r a te of descent and deck angle at impact were almoet ideal for 
ditching. The airspeed at impact generated forces appro-tmately 22 times 
those which would have been present at recommended ditching airspeed. 

Small pieces of wreckage and articles of survival equipment were 
recovered by the u.s.s. Rock ( .I.G(SS)-274) as indicated in enclosure .l 
All three MK7 liferafts were recovered. O.ne half of llhe eurvivors 
raft was inflated, one raft was fully inflated when picked up and one 
was floating, uninflated. Wreckage was recovered as late as the 
afternoon of 6 April by the USS REEVES ( D.LG-24) and Rock. Distribution 
of the wreckage in the water was as depicted in the track char' o f 

Rock. The recovered wreckage was transported to the u.s. NavaL Port 
Facility, White Beach, Okinawa by ROCK and turned over to member-
of the accldent investigation board at 0623001 April. It was further 
transported to Hangar 45- C at the Naval Air Facility, Naha, Okinawa. 
The pieces were arranged on the hangar deck to close~ approximate their 
positione in the aircraft and the Accident Board began its investigation 
and analysis of them. 

All pieces were eubject to salt water immersion, Ther e was no 
evidence of inflight fir,. or explosion, There was positive evidence of 
surf ace fire after the crash (enclosure 11) involving mostly the 

wreckage f rom forward of the main cabin door . The only external Air
frame section recovered was the main cabin door . It ehowe<· 
evidence of upward and inward compressive forces, etarting in the J.ower 
front coMler . The door hinge was intact, Holtever, the upward force tore 
out a section of the area where the hinge was a t tached. 

wPECIAL HANDLING REQJIRED IN ACCO!m\NCE WITH OPNAVINST 3750,6 SERIES ., 
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A structural shear- panel recovered indicated a relat.he~ elov 

rete of descent. at. ialpact.. The recoYered wreclcaae indicated a pattern 
of forward i nertial forcea, generaJ.l¥ oriented alon& the longitudinal 
a.xis of the aircraft., There were indications of a 1\ydraulic litti.ng 
for ce under the decking as the lower tu.selage crushed and scooped up 
water. Other force patterns observed &aYe indications of the win& 
tearing loose aa it entered the water, 

Approxi.Jiate~ 400 pounds ot wreckage we recoYered from. a 67,000 
pound basic weigjlt aircra~. The ujorit.y wee found on tue surface 
during the day:Di&ht hours on 5 April. Very little debris came to the 
surface onr the next two days, 

&\closure 10 show the wreckage layou~ 1 ass sled on t he hanaar 
deck, Moat of t.iiii -ecovered parts were located between station 661 
and the Att presS\lJ'II bulkhead, E))cloaure 10 show pieces by dia&ra:a 
location. 

The wreckage w1ll be held tor final disposition as may be 
stipulated by higher euthorit.y, 

SPBCIAL HAIDLDIO RB:mRBD IN ACOORDlHCE wrm OPHAVINST 3750, 6 SBRIES 
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Part m Tho Investigation and Analysis 

A.ll oLatement.e and information gained during this investigation 

are believed t o be cr edit.able . (Encloourea 4 t.hru 81 12, 13, 14, 15) 

LCDR - had nown ., VP/SS training night. the night prlor 

t o tho accident during the same hours (0000-0600) and wit.h the same 

exercise submarine . nde previous flight. was the first Oight. he had 

flown Bince 23 March. He ani Me erelt had been in Hong Kong rrom 

26 Mar·ch to 2 Aprll . They had not flown for a period of II days and 

t h18 first night. was a midnight. Vi' /SS t ral..n11lg { fht on 4 April. 

During ttUs !light (~ht. befor e aecident.) LCDR had experienced 

eome disorientation. It had boon caused by the au o-pilot flashing 

lnlrning light "Blinclin&" him and there was no outside visual reference. 

~1JIIprees1on 1118de by t.ho flasni.n6 light. >tws quit e vivid and LCDR 

II!IIIJIII me:nt. ion it sever al times 1.n hie statement and in conversation 

wit.h others . He had mention•" that it took some time ror him t o 

~-r.et.ablish IUs spatl.a.l. orlent.at.ion. 7he vivi.d iJIIpresaion mad• by 

t. oc wnrni.ng llaht ma.y nave well 'est:.ablished a r ere rence frama in his 

mind that 'Wit.h , uch a waming available , he ~uld not be abl e t:.o deviate 

from hiB chosen engagell altHUde without. ~hh obviou:o warnir.g . :It io 

likely tha~ he considered the auto-pilot flashing warnl.ng as a primary 

safety of night i nstrument. ( when operat ing in ar. aut.o-pilot mode) . 

Consequently, in Ute abs~ce of the ~taming or H:~ rallu.rc, he wouJ.d 

no'- be "" quick '-o note an alt.it.ude d•wiat~on. 

Upon ret:.uming fro:n this previous ASW flil?Pt (at. 0600), t.he ere" 

wasn't. scheduled tor another flfaht. w>tll 0800 the following da,y . They 

went. to bed under this a~slllllption . A schedule change ~<"ae ma:fe to allow 

another crew to have Ute daylight period for a IQ)re d.itfioult quali.flcation 

exercise. TtUs channe moved Crew 6 (LCDR - '-'P to another midnight 

takeoff. There were eome hitter remarks made by several of t.he c rew's 

Officers concerning the change, par ticul..arl,y when in their opinion they 

didn't need sub ttJte since the1 had ul t.ho requiT'Cid qua.lif"icaUon,., 

11.nd hod pro von their pm t'i.ciency just the night. before. However, when 

reporting for Ule !light they appeared rested and in good spirits. 

Pro-flight, taxi, take-off nnd ru Wit enrout.e t.o operating area 

broug)lt out several factors which my have irdicatcd so:ne f r ame or 

mind established prior to the crash , Playback of "aha Ground Corn.rol 

t.ape rcvealo I> OlOOP)' or 8ro&Bj' inflPot.ion in t he Co- pilots VOlce, Of 

note was what sounds like a yawn -.hUe reading back the climb inst roct ions. 

The aircraft was cleared t.o 5,000 feet initially and after take-oft wac 

cleared to 7,000 toot by the Center . A.tter arriving on station to relieve 

t-he aircraft who was doing VP/SS exercises t here we re Ule standard relief 

oomunicat.io~. At this tille t.he PPC of the airc r aft. bel n& rel.icvcd 

(Pc-06) noted that an apparent. l.Llck of usual vitality in the radio trans

missions by the Co-pllotot PC-09, LT CORBETT. The bland radio comm. was 

not no rmal for LT OOR3ETI' and unusual to the ext.en. t hat the ot.her air

cra!te pUot. commented on it.. The ovident. laclc or eneru re!lected in 

the Co-pUots UHF cOlMIIll'lications reflects either an apathetic attit lrle 

or soll\e i.Jdication of incapacitation. No mec:lical evidence was obtained 

to support the lat.t.er. 

After arriving "on etatiol1" and establishing coomunicat.ions an<l 

visual contact With the ot:.her &J.rcrat't. {FC-«.) thoy leamed thll. PC-Ob 

would be involved in an exercise for about ~ minut.ee . So they proceeded 

t.o the south to stabill!!.e their navigation ground plot. 

SPECIAL HAHDI.Th'G RI!QUIRED IN ACCORDANC!'i WI'ru OPHAV INST J?.S0. 6 Sm.IES 
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Durin& this plot. stabilization LCDR - was intent in improving 
his MAD cloverlcar ~act.ics as he bellcvoo ne ha<l beCOI!Ie sloppy 
with t.ldo tact.1cal maneuver. They decended t.o 700 feet., turned 
on their radar nlt.il:le~MI (pilot end co-pilot), checked the 
radar altjmeter s working a nd l1m.lt ae1.. at. 500 reet •• he !Usc 
eet llllltleuver flAps and held about 200 knol!l. I.CDR exper-
imented with techni1uoe to arrive owr a roference po t on var-
ious neadings, uai ng a so~ anl\le of ban!!. lie determined that aft er 
c-ossing the reference smoke, te would reu-ain willis level for about 10 
tlt'!Conda, then roll into a 2?0 left bank wh ich worked out. jua t right to 
ret.um to tt,ts referonc:e lmOk~ on predetenrdned heading. The s~
nific,.nee " tt,.ehed t..o I h ta 2?t:> angle or bank is that LCDR - refeMO 
to 2.,0 often in his discussion. Also, his initial st.a tmnts show 
111m 1.0 believe he WIIS "i n II ;nn ·l.n8le Of bank just pr i o r to water impact, 
'hJa 2?0 waa an~Lher fa~tor wh , eh was f i nuly imrlantcd in h~s mind and 
'ubsequcn~ a ::• ru.,ch t.o the t .icLical problem. So nruch so !hal he en
L" red Lhie nnnouver (270) when t.hc tacLics ~oing employed did not call 
for ita ll$0. 

Transplant. b aunp.letcn h.!' exerci s c , t.he sub came t.o communi cntion 
dnpth 1\0tl Trr.rHllll:JI'It c gl>vc h iu o n stnt i on re port. I.TJC -
(Tactical coord1nat.or ) ( TACCO) al so obt.ai nert a time check""W"l'th" tne 
aublrndne, US5 110(}( (AG(S.,) - 271.). ill ~ime Ol uS Lhe aircraft rran<ed on 
top or t.he Ollb lind COJlll! .. ne~d '\ Juh.-(Julie \.r in\ng oxcreiae) . 
t.ircrafL COhfl,ltUration: t'.aneuver Cldps, 190-200 1\TS, 650 l't.. aHitut!e 
(both p-essure ard rada r ), rndar 'ltt.imeter wo ri< ing and li.nUt. aot at 
SUO ft. autopilot. engaged with b~> romct.rie hold enpaged and cont.rol 
Wleel steering selected. The aircraft rroceeded outbound ~ tl'l! 
Uortheast. and , .ner bo mluutes reversed course ID recross the 
tni t.i11.l dnt.um on n sout.herl,r a>ur:~o . At. t.1.me OUO the n1rcran 
colll!lenced drawing a. Julie fJ!ittern, dropping sonobou:va l , ) , S on a 
:~ollt.h h~:kling. (63 bein8 close t.o the original datlll!l) LCIJR .... 
T"CCIlemb<:ldng he ;>revious o>q>enment.:. or wi l'f" level , 270 engle of blink 
aLLelllrted t.o use thl3 maneuve r aft.er Cl>klr.g Lhe last d.rop,."I~ s udrinnly 
dawned on llE that.'s pretty stupid" (under drug interview). He then 
cont.s nuod ou t. t.o t.hc weat t.o ret.urn to tl>e d11WJn (H)) on an oaoterl,r hondina. 
The T .. cco (LTJG - wu go I ng 1.0 "cross 1.he T" inLendinp to drop 
sonobouy H? JOOO yds. short. (t.o the west.) of' datum. However , when he 
c.t.t.-Cin! t.od 1.0 """"e t.he drop t.hl! oonobouy didr. 1 t drop due to .. r .. ult.y circuit. 
but. the t~ quiCK ~~~cmpts did fire two smoke ~rker11 nt that ~~sition . 
The aircraft. proceeded on across Lne d:.t.w:. Jld dropped sonobouy /19 t.o 
tne east . A 90/270 degree t.ur n ot.ortin~ t.o t.he right. wno executed ftnC 
the ;Urcraft. returned ovor the datum heading west in order to replace 
the one sonobouy which had not. re.le'lsed (1/7) . lnformaUon ~ained up to 
t.hio point ~avo a suopeetcd N X on t.ha :lUbanrinc to the oout.hweot or da!.um. 
Continuing on t.o the west. LCDR - s aw t.~ smoke narkera and was olbout 
to slop a third from beinP, plbced at. the saJl\e posi t.ion. 
"Bright. '"' i t. io r..onight., that. •:o all l need ill exu·a o100keo" . 
(d ru8f1Cd recall). H<n~ever Just. as he was about to say SQ!I!t.hi~ he 
hoanl t.he SlllOke l!'arker i'ire llli.ng wit.h sonobouy N? . Arter this dron 
ho again "'"" going to use the 10 soc wing level 2.,0 bank. "2?0 left 
tu rn-hmn- why 2.,0? I learned 11 minute ap,o , " (drugged recall) 
t!tl had 111m1tll.lly !'ixcd the aub 1s position and ..as intendin8 to ret.um w 
the dnt.wn sonobou,y tn ant.ic:ipnt.ion or t.he 'i'acco 1 e direct.ione . Howovor 
t.he facco decided ditrerently ard t.old him to bomb the perimeter sonoboU,)IS . 
'l'lfo ~hings a re significant at. t!W: point: one that. the 2?0 maneuver 
wu:s not nppropri.at.e for the t.o.ct i.c Md t.hh real.izat.ion could i njor.L a 
c:ont'Ueion ractor, another was his mntal picture of where he was 
headlng had changed, wnich also could produce a confueion racuor . It 
ahoul.d be notc<l t.hat. the IIJ.rcraft. nt. t.hh t.ime was leea t.hQn ono minute 
f r om crash, approximately 0119. 
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The 7acco had said t o go into a )000 ~ard orbit around datum and bomb 

t he rert~~~eter sonobocys. The~!'!. sonobou,y they could fly to waD ' '5 

( t he sout.11em one ) so LCDP. - shallowro hia angle or bank. ~1nce 

ho ~~ no r ererenoe in tho cockpit to locate 15 (the CTP(ground trae~ 

plot t er) was orr). the OTPI (on top position indicator) wasn• t homing and 

t.here wns no !l'llol<e light at 15 posi tion, he was posit i .oning tho a i rcrAft 

in an orht.t. ust.ng the S'llOlce l He on t 3 oonobou7 a" hio r~terenee. l!t 

"''" tm4hl,. to r ecall his altl.t.ude, airspeed, angle of bank (aceural el;r) 

ve1·: leal ll!'eed or radar altimet er reading at thie point. It waa evi dent 

fro'!l int.ervi ews, rar ticularly the l'!rug recall, that he wall depending " 

6reat d~' l on tho ~~kP ~kers t e set un ror the en suinf tactic~ . This 

tim : t.ht" airc r aft W'" j unt seconds frO!!I crash . The cc-pUo t was t 11lldnt 

to the Tocco over t~e !Cf telllnp hi n there was no 3~oke on H5, that tho 

OTI'T wa•n• t ho::.!nc and trying to <loeide how they could f ind i t . !he engineer 

w• ~ ~~tttnf the aonob~uy cha~~el nuiber for the OTPI. The pr e-occcrat ion 

• r • ~"! co-pilot an~ enM "" Y \5 H gni ficant because t his was ju:~ t sccorde 

hur,.rc w• t.ur ilnplct. 

:11( next. tt-ing tile ptlot can recall is see ing tl'e wate r itrn!'<!inle -

ly In rr ont of hu11 real tr. lnr h~ wn::> goinr to impact. l!e r C!Ca.lln th:>t his 

"'h~.l rlt~•.hed . but • d~:1n ' t &et. an auto-pllol rta~hing Wal'nino l i('ht" and 

"wh:, dic1n 't get o ~..Jar alt~:!!!:' :::- tam l 'lp rush?" He 1:! certain t :>.s 

f '·rtexer. at.t e"'p~Ctl to roll .nJ'€S l P. vel, bu t. the next. thi"6 he r <no. .,ber<o 

"'" " be ins pulled down 1.n the water still in his seat. 1\reckagn irvcet !ga tion 

r ovfal! t. hot t.h ~ IUrcrafL dl d .L~p:.ct lrllh nose ' lightly high ; - 6° , sli~tht 

loft wine down and a loll rate M •tecent ( 00 tt./min. o r lea3) . I.e r eleaaod 

hie quick d isconnect . got. free r•o-. t he scat , but his shoulllcr s traps ye r c 

hung on somthinR . He rtnolly rcle"ed t.he st raps tr~t! m!lde it t.o t he 

rurfacc, &ttibutlng his scuba d t Vlng expe rience i n helping hin a 'ccnd f rOD 

a relati vel,y de op J>O"it.ion wi t hoo.:t parnc The subsequl!!lt use of cur~; val 

equ iJ)r'len t a JXI re~cue by the u~s :ocr. is illdudcd in the enclo!'Url's. 

1. Personnel factor:; 

a . i'ilot. factor s . lC:i - H! an l'xper ienccd VP/AnU - sub.,Jnn,. 

warfare pilot w1~h ample I J exp<;ri ence (enclosure 16). Suver al facto r s 

rr+<cced i n& the accident 11r o s1m.ficant. 

I. The auto-pilot flMhiru; w~rn~ lilj>t, on t he previous rt l qlrt. 

hod implnnt.ed a vivid impressi on , partly because of i t.s brifV!tnr~.~ 

and beceuse or u. .. r esul tant disor i entation . He tully expecteO 

that. flaSh~ light to warn hll:! 1f his altitude var i ed froa l he 

aelec tll!d baro-hold . lt s hould be not ed that a baro-hold r!lill!'unc t.t cn 

would not trigger the 'llal'ning light end in fact could los e altitude 

(asSUllli.ng a "'II.H'Imction) Wi thout any aut.o-pl.lot W&rnin& iniieation. 

I dosree of <:CIIplae(:ncy .,a~ injected as a r esult of his inpression 

concemine the MIIJ'Tl inR l~ht !lad the bare-hold paddle mrltch been 

Lnadvertent.ly disengaged, vith cont rol whee l steering eclocted, the 

a.ircratt coul.d hoTc eacily d escondod without 4l1l' auto- pUnt l i.f,hl w-...rning. 

This particular IIIOde of operation is a narnal one- I t vwld have b~.en 

possible f or the engin~r to have inadorertcntly bU!IIpod orr the paddle 

switch when in~lvcd in 1114king an <m>: 'Selection. 

Subsequ.ent to the accident !:ellernl ai rcrart. were n own llnd tested 

to approxir.llte &1\1 condition IOhich 11a7 h• ve existed as to au r..o- pllot 

operat.i.a, , !'irat, without IJ'.c eut.o-pllot enga,&fld it>Gs nou,d tl-s t ur.:lcr 

nonoa.l. control Jll'eeaures th'l i nherent ai!'Cra rt. !lt.abil it)' llou.ld cause 

101111 of onlJ' 200-)00 reet or alt itude before the increas ed &J.rs peod 

would UUJSe a ellll:> o"eil.4t.ion. '.iitl- t he aut.o-pUot eneaged, bar o-hold 

oft and cmt.rol wheel steer~ used , the same alt.itudo stability mtbt.cd 

provided that no tore or art preasure was appl ied to the control wheeL. 

U 8111 t'OMA.rd (noae down) forc e -" e.pplicd, then tnat atti.tllde (nose 

down desc...:ling) was ..aintainecl. I t i :- HJ1cl7 that the latter !!lOde 

existed at the tiM or inadvertent descen t al'JI impact . 
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The auto-pilot disengage bu~tono are located on both the pilot'• 

and co- ,,ilot.'s yokes. It is standard procedure for mst pilots to keep 

their i ndex finge r very close to the button when flving a t low alti tude 

vi.th the auto-pilot engaged . The reason ror keeping the finger -rery cloa• 

or in IDArly caaeo riding lightly on the button is to enable an i=ediate 

diecoMect in the event. o r a malfunction such as a pitch down. rr the dis

connect button was inadverten~ly actuated, the auto-pilot vould disengage. 

There 1:1 no warning light. vhich ""uld tell the pilot. that. he (o r th• co

pilot) had disenRaged the auto-pilot . 

<?. LCDR - d .. ten:d.nat.ion to uoo a bank angle or 2'fl i n o rde r to recross 

reference points is considered a contusion ! actor. The initial and con

tinuous refer ence to 270 indicates a pre-occupat ion with a particular 

maneuver. Where the coni"Usion "WOuld arieo in tho IIWU!uv"r wasn't appli

cable t.o the t.act1c, yet LCUR - initinted it twice, bot h occasions 

cat~hin~ the errur, but on~ Jf the times it was used within a Olinute of 

the cra3h. It lll ll~ely tnat the pr--occupat.ion contributed to confusion 

or alight disorH'!nt.a~ion . 

). There vas an P.stabll.shed attitude or supreCIO confidence in t he co

pilot 's (LT OORBEM') ll"nsiLivHy to low alti tude flying. The PPC as well 

as the Tacco r epeat.edl,y col!l1lent.ed on how LT OOP.BE'M' would always remind 

the pllo~ 1( he deviated , no llllltter how sli~U~t , from an e3tablished mlnf.c,....J 

aHltude. rt. is "Pl"'rent that LCD:!-=a.nnot believe that tria co-pilot 

would allow him to deccnd below t.h" ~A rninillum 500 feet. Though the 

~a:ust. rely on hill co- pi lot. as a safety monHor, Lhe super !aith LCOR 

~ad In LT OJRBE'M''e eenutivtt.y to altitude may have allowed eoa

placency to creep into his own scan of the altimeter. 

4. The urcral'L descended from a nated 650 rut into the wt.er in ap

pllronl tO maneuver. How the aucrart. descended 650 f eet. without. the pilot. , 

co-pilot or engineer noti.n.g the descent or radar altimeter r ed ""'rn1ng 

ll~ht i .. the pr1.113ry question. It. ,..,.t bo assumed thAt @ither they were 

nll incapacttat~ or had lhe1r attention d irected elsewhere. 

(a) Incapacitation is a possib1l1ty, but untor~unatel,y there wa e no 

medical evidence obtained to suoport thi:5 possibility. AddUionally none 

of the survivers mention any form of drowsiness or other incapacHnt1ng 

!eature. However, evidence obtained in the various in~o,...,iova and invas

ti~otion i ndicated a oerta1n drowsiness (Lack or sharp perception ) ln 

both t.he pilot and co- pilot . 

(b) ~t~ention dlvoroion. It hAa been established ~hat the pilot 

wae flying a patten1 using an external reference (smoke lights) for pro

babl,y 40 seconds pr ior t.o impact. The co- pUot was attempt.in~ to locat.e 

t he nexl. oonobo\17 by ot.t.empt.in<; to ate it and by trying to get a homing 

signal. He also was enRaged in an ICS conversat.ion with the t actical 

coordinator j11st. pr ior to thP crash. The flight enstineer t.hough not. " 

primary saret.y nonitor u3Uall,y watches altitude deviations and this engineer 

was no except.ion. However, he was also enga~selecting a different 

channel on the OTPI. ln one inter view, LCDR .... mentions that. LEACH 

(the fllghl. engineer) -s poasibl;r usin;; hie flashlight in order to aee 

the channel salector account.in~ for a possible attention diYersion. Also, 

it the engineer wae using his flashlight , even >dth a red lens, H could 

nullity Qr reduce ~e ettectivene•a of o Teder 3lt.imeler warnin~ light. 
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(5) 7he P) a irc~att Lend~ to b~ I comrlacency. It has an excellent 
IIUt.opilot vhich will hold a selecle~ altitude. [ f the au~opilot fails 
there a~ obvious warnin~~ which tell the r1lot or the failure (no-mally). 
Over-relia"' cll on tris systCll mu.qt. be included as another poasiblo 

eont!'ibut.o~ rector. I .CDR -~" ronvinr!!d that. he was flyi np: with the 
a uto~)lot Jr.v~~"d ~nd m~intainjn~ 1ltitudo, yet it had either !ai led or hAd 
been i nsdvcrt.ently rt1r<er l!a~cd RP!fardle~s o r why- tho a ut opilot djd not. 
maintain the ol t t tude ~h& fact rr~i na that t he a i r e rart di d descend without 
il11yone realhi nr i t. This Cact suprort. s th'l '"cEance and possible cOlllplacency 
concrrnjn~ thA 4lrcra~. 1nd its "fat l s ara• f7 • ~. 

(6) Tho P~ ai.~craft. 111 a him cerforiW\cc aircrart. LCDR - has 
·.ta ted t.h<lt. most seeon:! to:J~ VP avia tora are •low re rformance" aviators 
(·er~r-lnv ai rcraft tvrr -.. t.ner thlln nerro~mance or pilots). Ha boliev"G 

th1t it. i~ most. d1ff1,.ull • .., ,. an aviaLor who is oriented to the " l ow a nd 
10w SP5 anti ~:- '• to bC' mentally or psychologically prepared for the high 

to•r lonMncr c ,,-~ct.eri:stics of thr P~ . A ;rllot. u:oecl t o tho ""cat or the 

··~ nt.s" f • ~1 fNill n :.nnr older tyro VP air• raft. or even rroficicncy type 
-~.-it. ai r •-aft IMY not b -uit{' C"Cil8r~ to st.er easily into an a1 rc-a ft 
tl\llt .. ~~en•inllv h11 11 rc ·•r•••l" a nd can d-., alt.iLude rapidl::r a nd :suddenly. 
It h not. a I t ,.,.,.t m 'lt rl ~·>tin~ f10rto r. bUL one not e wor thv of <Dent ion 
be,.ause it. r••·flncts LC!l" - ooion\or T'hc board acknowledrr!l this as 
a pas~il>ll" ra~t or 1n 'l' ,, • • o~ but mn. oon•IJere1 a s a pr.-valent fa ctor 
It i• not.""Orthy that Tr•lll - a -.-arf'nl. 'v r lace" hi=elf lnt.o this cat
crtO•Y . 

(7) A r e l a tNI r,rtor to (b) above l ~ lhc u-o of t.hA fliRht. env1 nPer to 
make ro·,er correction~ in o""er to maint81 r 8 srecified air~Nl•<l. Though 
H ls entirely a ccS!'t.&t:ole f nr norr>al taYt·or r and cruise condition s !.here 
o -e :oooe roint." to cor·id ... r ""•n orcratlnp in low altitude, AS\1 taeli cs 
Since t he P~ i5 a hilfh rerfo•-r.an.:e ai ~,~art. . slight cr.anges in an~e of 
at. tack .dll varv ai nrrcr am ~sst.Llling tlwo enginee r is adjust!~ po~er, 
t.rlm ctansm" could well t-· ma :.~<rl . Addit.ional ly, a hobit. ~>et t.em of ...,u.,,.,,.., 
on the ~n.ldneer t.o maintain a riven a1 r s:-ooed could a llow the oilot 1 s scan 
~at..ern ~ relav . 

., Suoervisory factor~ 

This a ccident. tn c-r"n:J t.o fall hlLo a near rerfec:t. catepor-y 
NJlat.i ve to the ev\dl'~t l ac:> or sunervho-y erro- 'IS 8 cont. ribut.1ng 
f3ctor. The nilot. and crew wP-e well trained and very nrof lcient. 
in A5'lt a s evidtnced by thei r curren~ qu5Ul1 cations ,.pd recert perfo,...,ce 
I n .,dditio" t.o havinp just "'Lurnl'd rron ~even davs of liberty in 
Hong Kong t.t~t.y a nrarcnt.l:v hart 5\.lfficlent slecr t>r ior to th e fi leht.. 
In a ll obvious re~cort.s t~ey were r nady to p,e. 

a. '!'he one suoervisol'V factor which cor tri but.ed . ana had H been 
eliminated the accident. mav have been nrevcntcd. was t ho lack or RAWS 
(RAdar Alti tude Wa rning Svntcm) inst~otion in t he a ire~art . La~t 
year' s Safety Synopsium recognized t he necessity f or RAWS am ret.ro fit . 
This com~Bnd ur,crentl.y reques ted retro fit. of RAil'S rrio,.. to dePloyment. 
(enclo:sure 17) but a o or th~ da te hao no RA'i:S oqui-cmed a\ r crart 

b. "lf there is any ~ne controlling t.hinp in safety and accl~ent 
prevent ion, 1~ is the at~ituae or the individual". In this dirricul t 
to gauge area a contributi ng factor IMY well have exist ed . It. i s time we 
s t.op:-ed being oblhious to peorlc as human beings and cat cgoridng t.hem 
wl. th the ro:st ot our onilit.a ry !118chin"" cal'ablo or maxim""' t'e rfonnance 
for \mlllllited peri ods o r ti.M . 
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ll~~~~t~n !'.ctorc kW more pooplo in aviation than •111 other cause. Wl17? 
Attitude I Though this factor is often di.fficul t to detect we IIUSt erteDd 

ourselves on all levele to uncover aey instancee of diaaat18t'act1on 

ancl correct the oituo.tion, Roeesrch on the poeaibla bUMn factors and 

a t t itude in this instance beck over the prior three months proves 

more than is initielly evident , Tho operational tempo of flying for 

thls period hsd been cloae to \be li.cit possible for cont.in\10\18 operation. 

Thjs pll'tieular cr ew averaged over 100 hours of !light t• per month 

since Janmry, During t his period e rnte of operations had been eetab

liahed that could be accoptod as it WBC in support of their chipmntoa 

eaptured by the llorth Xoreona . It could have been maintained that in 

time of nationel e.~:ergency or even for other operational type flying 

required in tltie orea o f the Pacific. flo'olever , 1n addition to t.he 

henvy t=po or opors tioMl. rlying elleN! have been ASW training periods 

aVBllllbl e . ln order to poalt up the crows ASW readiness, all subnarine 

3erv1coe ware accep1.e d, Aa these services ••ere nown 1n addition 

to aLl opcretioral coamit...onl.o tba at.n(lo ""& net for discontent. It is 

a knovn fact crews resent troinin;§ night s llhen they are already ~o"Orlting 

12 out. of every 1/, days and ! n many case:~ they go for weeks w.ithout a 

true day off , 'lhua e poaoible poor 11tH t.ude on tho part of aoao or al.l 

the crowmembera may luve been established. 

C, This crew 1o1111 not mentally prepared for a :schedule chel"«e 
vhich put them in another midnight to 0600 flight , a noat undesirable 

flying period. The schedule change 11110 preci¢t.ated i n ordor to put a 

crew who needed tru, more difficult quallfication in the deyllg)lt period 

f'or which crev d.x vas origln&lly sehoduled. Tho1.14b the total rest time 

obtained betveen t.he fligh t eppeers adequate what is adeq1111te rest bet~o"'!en 

two 111idnight take-offe? Evidence reveAlO tha t drowsiness aDd lack of obarp 

por co ption cont.ributed to t ho accident. 

0, It is a prevalent attitude in VP evietior. to never t.urn dO'.m 

offered oubm.cri.M aOTYiceG. lt is undorotandable the t the attitu:!e 

eJdsts because CCIIliCl8nders desire a 100% AS/ proficient u:tit ae well 

es reaching the coveted "Al!ila" status with all crews. There ere tlJnea 

when the "can do" apirit goeo beyond tho ospabi.Ut7 or the "individuals" 

tben:solvea and that is when an attitude conducive to carelessnese end 

ap11 tby creepe in. Occasionally some ccmnanders become so intent on sur

ptsaing prevlou:s pertonance that tho h\Den foetor i& ort..n a\lbjected 

t o more than can be absorbed sod the resultant disinterest and •so vbat" 

attitude all too frequently ends in t raaedy. 

£ . One other not so obvious supervisory area is pilot currency 

and proficiency. fbe a ccident occurred on e !liGht which 
originated leas than 24 hours arter completlng a sJ.aUJ.ar night 
i'liaht on 4 AprU . Prior to t.ho 4 J.prU fli ght tha pilot Md not 

flown tor eleven days, The question of whether or not e pilot is 
current iJlvolvu 1110re than a simj:le analysis or whan he 1eat Uev 

and what t,-pe flight it 1111 11. In gonoraJ., no one ot.her than the 

pilot himself can judge the other f actors. As for the time between 

!lights, perbape it is indicative that LCDR - had felt very llllC~ 
for1.1-h1 e dur1J16 h111 £light ~om midnight t o '0600on the 4th. He edmita 

to Mveral periods of disorientation and was very upset and .impressed 

by the autopilot flaalW!.g :\lllrning l ights which N.d ill\IUnated duri.Dg 

tile last ten minutes or t.he on-otetion tiae , 'lbo truo sisni.ficance 

in this case may have evidenced itself within 20 minutes alter crev 6 Comexed 

their first eJCBI'cil!tl on 5 April 1968. After only one hour and thirty-
one .atinutea ot fl~ht tillle1 during an exercille \<!Uch the crow aboard 

had performed •nral .. times in the recent ptst, the aircraft il::!J!lcted 

v1 th the 1/ll tar. 
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The recollections or the pilot. are well-docu.aented elaelttere in this 

report , Hi a main concern j1.111t. pri.Or to i.mpact &pp&rentl¥ centerocl 

not on IU.o pr:IJIIary flight inatrwtenh, but.• on the warning ayetema designed 

to prevent tbe very th.in& Which 'llllB occurriJl&, 1n a situation '1\ilere 

llfe and death was ev1dent.lJ' at stake, a very experienced ASlf pilot. 

was in a 51\.Wt.t.lon from which he co \Uti not safely recover. It. muat. be 

assumed t.hat 1101ne factor involving the pilot• a recent. experience 

and/or the lack of same contributed to this accident. 'nle evaluation 

or pilot. prorl.cioncy and t.ra.ininr baleo inwlvo" salt aval.uation. A 1'1117 

intelligent. anal,vsie by LCDR appears in enclosure 4d to this report , 

Some thought-provoking facta are roug)lt fo rth, All aviation superVisory 

peraoMel -..ollld do well t.o mal<e a critical evalUAtion of thoir araaa 

ot reepcnaibility. 'fhe cont r-ibuti on or t.he proficiency and training 

factor in this accident is con• dered very probable, 

) , Material Factors 

a. There are various modes or operation of the PB-20N, Aut.ome.tic 

Plight. Control System (.I.PCS) and &hree siJDilar channels operate t.he 

control s1.1r faces on t he f- J A during flight •it.h t l'.e AF'CS switch 

ln the ENGACE posi tion. Tho elevator channel controle the a~~i~ude 

a.nd a~a alt.itudo of tho aircraft, depending on the mode selected, 

LCDR - indicated t.he nx>de of operation as : APCS engaged, Baro Hold 

selected and control wheel steering sele ct ed . Aircrait. contiguraUon 

was with -11euver nap:> e.xt.cnded. This d.tecussi on auuces all these 

condi tiona pr evailed at water impact. 

A possible miaconcept.ion :~hould be cll!4rod up i.n that the 

auto-pilot/radar alt.m. warning lights located on the pilot's and 

the co--pilot's glare shield will not. illuminate merely because of 

excessive altHude deviations while o perating rlth Baro-Hold eel

ootod for al titude ~ontrol. 

lt h conceivable UISt an illlproper s ignal or t.ho lack of a 

pii:'Opor one rlthin t he al.t.it.ude control circuitry at some point 

during the exercise 1«1uld allow t.he ai rcratl. to descend from t ~ 

500-600 feet altitude to t he water with no warning from the auto

pil ot. Tho lack or an appropriate nose-up signal from the versine 

cir cuit to coll)j)ensat.e 1or loss of llrt. in a bank is a.n obvious example. 

Other poss1bll1ties exis~ . 

Any bank angle above 45° exceeds the AFCS ' capability to main

tain the aircraft ' s a l titude result i ng i n lose or altitude with no 

turther corrective ace-i on t.nken by the pilot. . 

Either or both or the cited situations could have been conc.r1but ing 

factors. The lack or proper control aignalo is probably remote con

eidaring the built-in reliabllit.y and waming circuits. Exee~ 

tho capabllities or the system is always a poasibility 'ilhon 'ome degree 

or d1aorientat1on or preoccupation is proaont. Daeeent under one or 

more of t.heao condi t ions i ll considered a possible cause tact.or . 

b. Regardless or the con41t1ons which brougnt about deaee~l ~o 

water l evel the APN-1 17 Radar Al t.i.lueter also has a built.- i r• 'l l. sual 

warning aystem, Once the indicator pointer 1e set. at a given altitude 

( 500 f eet in this case), descent to a lo....,r &ltitudo aut.o-t.l e lly lights 

a rod warning l.iglt on the i rdicat.or. 'The standard warning li ,.,,t, cover Jbr 

the indicator light can be dimmed and, whether dillmed or set bright, 

t he lens: ill olll,y approx:imately on-qua~er ot an inch in di01110tc>r. A 

roplac-nt light. cover 1• availAble and ill use which is non-cili:ming 

and completel,r translucent. Since there ill no lQy to determine tor 
sure which type cover was .insta.ll.ed 1n the aircraft. , it is rouonoblo 

to &a8W>6 it. -o the s tandard, diJmdng type. Whether it waa set to the 

bright position or not, it. is considered an inadequate " i1rning and, 

tbenfol'l'l, contributing !actor, 
4. NATO:>s NATOPS requirements or r roceduree were not. a factor in this 
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PART VIII - CONCLUSIONS 

A. The positive cause of th18 acci dent remains lllllalown. 

1. The most. probable prlmary cause was pilot attention or fixation out

side the cockpit. 1!e was attempt.i11g to position the aircraft. in a 
~actical pattern without cockpit/instrument references . It was 
necessary for him to position ,he aircraft relative to fixed reference 

(the smoke light on the datum sonoboey) . It. is apparent that he had not 
noticed any altitude deviation until just before impact. Contributing 

Lo the pilot•o inattention may well have been lack of proficiency and 

lack of adequate rest. -

~ . Also contributins was a t. te· ~on diversion or inattention by t he co

pilot. . It. must be assumed that the co-pilot was involved in some other 

duties which detracted from his pr imary responsibility as safety observer. 

J . Another contributing factor may well have been partial o r complete 

au to- pilot. failure or inndvortant discoM ect with accompanying failure 
of the 'oarning light system. 

1. . Contributing also may have been Cl&.lfunction or the radar aHim&ter 

and/or warning light, The APN-1 17 rodar altimeter system has bean J 
notoriously unreliable, both from the design and maintenance standpoint.. 

In the event. of its failure there is no warning indication and, in fact 
it. has been known to present. erroneous altitude information, The location 

of the otaming light is inadequate because it is not. within the scan pat.t.ern 

and part.icularl,y out of the scan if the pilot. is using an external Vl.sual 

reference, which is o.f't;en t.te case in ASW flying. Had the RAWS been instal
led, the visual warning would have been much more pronounced and notlc-

able because or i ts location. It would have also provided an aural warning, 
which in thi." cnae may well rove prevontad t he "ccident. 

5. Ancn.rer contributing factor was that. the pilot. flew two midnight 
flights, buck to back, after returning from a t.rip and not having 
flown Ior eleven days. Night ASW flying is not collfort.able for even 
those who are current, much less someone whose proficiency may well have 
decreased from a layoff. During t.he first flight arter t he ofl' period 

t.he pilot admittedly Celt uncomfortable and during the closing minutes 

of his on- s tation time becill!le disor!.ent.ed . The dioorient.ation by a normal 

warning ligpt is attributed t.o~n of his proficiency because of 

the time period since t he last flight. It is significant. t.o note 
that the night o! the accident. , he was not more than 20 minutes into 
the ASW problem when t he altitude los9 and c rash occurred. 
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IX RECOMMENDATIONS 

I . Recollllll!nd that the RAWS/APN 141 !lld&r Alt illlet er be ret ro
fit ted into all PJA aircr&tt as eoon ae poeeible. The cost ot 
just one lost PJ aircr &tt1 not to enn 11111ntion humn lives 1 would 
more than pa.y for enough RAWS to install in .!:: PJ aircratt. 

2. Reco11111111nd a recoverable inllight recorder be inst alled in 
all PJ aircratt to record si8nificant flight pa.r&~~eters tor 
reconstruction of disasters. 

J . Recommend the standard warni~~ Ught cover used with tbs 
APN 117 Radar Altimeter indicator be removed from service and 
replaced with an all-around ;lowing light cover. Consideration 
should be given to locatlng warning lights on the instrument 
panels within the pilot's and co- pilot's nonul instruJDent scan. 

4 . Recozrmend that an aural warning or notification system be 
inst.alled to inform thl' pilot when the auto- pilot disengages. 
A noi"'C&l. disconnect could trigger a short term aou.nd while an 
abnormal dieconnect. or failure would sound a long term warning. 

5. Reco!CIIIend that pilots of P) aircratt direct or set specific 
power settings to maintain a safe airspeed "range" in lieu of • 
directing a specific ai r speed to be m&intained by the engineer 
when operating at low altitudes. 

6. Recolllll&nd that realistic and compulsory guidelines be 
establl.shed tor the various Na.val. Aviation Units so aiJied as to 
elicinate fatigue as a contributory !actor in accidents such as 
the one dealt with in this report. 

7. Recolllllend that all levels or supervision within the Naval. 
Establishment instigate and adhere to a more stringent progJt8111 
of pilot t.ra:!.n:!.ng and proficiency. The program should include 
positive monitoring of plano commander currency and progress 
at a.ll tillles as the ultimate goal. This program should have 
priority over all other colllllit.mente except direct support of the 
detenae of national security. 
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• • OIRONOLOCICAL NARRATIVE 

!1052 TRANSPLANT NINF. reported on station for Event 12 frQII 0100-QSOO. 

10 hours duration, 12 souls onboard. Reported would be using HK 

57s set deep and MK 64s set shallow. Conduct A-32-lJP . PINEX to 

be C<JiEX plus 75 or when attack signal is heard. SUDMISS- SUBSINK 

will be initiated at PINEX plus 60 minutes if no word fr011 you. 

PLO; ~At depth 63 feet on course 000. COMEX A-32-lJP at posit 27-06N, 130-

02£. Changed depth t? ISO feet. 

I!HI7 Changed course to 270. 

• 10 Heard ~DC. 

l•l l2 He ar d PDC . 

•114 Heard PDC close aboard. 

IllS Heard PDC, 

n 1 0 !Iear d PDC, Changed course to 210, changed speed to 6 knots. 

Clllo Chnnged speed to 3 knots. 

• • '~ Changed c ourse t o 090 • 

. :'00 Heard PDC, distant. 

11 Changed depth to 90 feet. Changed c ourse to 070. 

••22 0 FINEX A-32-u . No attack made. Changed depth to 63 feet. tlo 

CQ~~unication& with T~~SPLANT NINE. 

l'~1 Chnn~ted speed to 4.5 knots . 

·i22S Chan!:ed speed to 3 knots . 

Jil l Changed course to 090. 

J240 lle1d visual surface contact through periscope bearing 040, Hold 

sLarboard side lir. ht, masthead light and range li~;ht, anl\le on the 

bow tJ larboat'd :.!0, courtJe 200, speed about 10 knots. Left full 

r udder, changed course t o 330 to stay clear of visual contact . 

Changed speed lo 6 knots . Still no CQ'IImunications with TRANSPLANT 

:~ 1~a· . 

·~l Surfaced , speedS kno t s, 

0257 Chanl\ed cour se to 150 . This put mer chant on our port side and we 

c r ossed his trac~ ahead of him . 

•h9 Changed speed to 10 knots . 

) JOO Sighted s trobe light bearing 185. Changed course to 185 to investigate. 

NcLosunr 
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0305 

0310 

0319 

OJH 

0325 

• 
Changed speed to 14 knots. 

Si~htad red flaraa ahead baaring 193. Changed course to bead t owar d . 

Rang General Alarm. Called avay the Man Over board Party. Brought 

search lights, divers lights, spotlights, battle lanterns, and flash

lights to the bridge . After aip,hting flares ah.ead, the merchant was 

off our starboard s ide about 095 relative. The Quar termaster of the 

Watch tried to establish caumunicati ons with. the merchant and did •. 

lie asked if the merchant had picked up any survivors . The merchant 

tangoed for the message but never answered. The flashing li~ht was 

then used for illuminati.on for r escue. 

Sighted :raf t in vater with four men aboard . 

Alongside liferaft . Merchang shi p bearing about 1901 range abou t 

10, 000 yards, ohowing otarn aspect. 

The survivors a re : 

an swer . 

0332 Attempting to contact morchant via flashi~ light, Chanr,ed course 

to the right and the mer chant was bearing about 190 and ag;1in t ried 

t o contact by flashin~t ligh. A8ain , we could not establish CO!'ll1lunica

tions and the light was needed for illw:tinati on . About · five minutes 

later the merchant was oteoming ovar t he hor i zon . The merchant di d 

appoar for awhile t o be searchi nr, for s 1rvi vors. 

Changed speed to 5 knots to conti nue search for sur 11ivors . 

0335 Came around to the north-nor theASt and scorched vicinity up wind 

obout ono milo fran pickup poin t . 

0345 Came ar ound towards south to search downwind of pic~p point. 

OJ~S Secur ed engi ne". Answ<-rin.; belle on tha battary to tis ten for survi

vors while senr ching . Continued toward sou t h . 

0403 TOO o{ i nitial SIIR I ncident ~!cssage . ROCK DIG 04l:l30Z. 

0404 Attempted t o contact SAR Area Comll'nnder s on 3310 KIIZ, 10900 !\liZ . 

0412 Pick up point bears 013 , 2,700 yards (from DRT) . Chan~ed cours e to 

270. 

0415 Attempted to contact the 3l3th Air Division , Okinawa on 3310 t<HZ -

no answer. 

2 
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OU7 Pick up point bears 030• 4.300 yards (fran DR'n. Conducting an east 

west search 2 miles south. downwind . from pickup point. 

0424 Hold aircraft bearing 090• passed aver head. Atterupting communications. 

11427 Established U1iP communication with air craft. Identified as TRANSPJ.AllT 

SEVEN on station to relieve TRANSPLANT NINE. A/C was informed TRANS

PLANT NINE was {n the water and that ROCK had picked up four survivors 

and had initiated SAR. Requested TRANSPLANT SEVEN drco flares in· area 

to aid in search . TRANSPLANT SEVEN reported none oobo .. r d bu.t would 

c onduct searchlight sweeps of area. Requested TRANSPLANT SEVE to noti

fy HOMEPLATE of incident and r equest search a.ircraft with flares . 

t 

Wt35 Attempted to contact the 313th Air Division. Okinawa on 10,900 KHZ -

no answer . 

0444 Changed course to 013 r eturning to vicinity of pickup point. 

0505 Pickup point bears 260• 1200 yards . 

0 507 Changed course to 220 to pass through pickup point. 

0513 Si ghted red object in water . Maneuvered to pick up lifejacket. 

0 !116 Retrieved lifejacket. 

0540 TRANSPLANT SEVEN commenced marking with floats on objects a nd debris 

to be inveRtigated. 

0618 Pi.cked up emergency radio package with chute attached and deployed. 

Haneuvered in this general vicinity to the wes t of reconstructed 

pickup point. This area was the area of heaviest concentration of 

dehris and was about 1~ miles square. Cc. nmenced picking up various 

pieces of debris . 

0630 Established commun i cations with SAR Aircra{t Rescue 17192. Rescue 192 

and TRANSPLANT SEVEN both marked and directed ROCK to areas and debris 

to be inves tigate d . 

0800 Changed course to 210 to head to the sou t h 3~ mil es to the vicinit y 

where a raft had been s i , hted and mar ked by alrcrnft. 

0907 Raft recovered - addi clonal debris in the a rea. 

IY.Il2 Changed course toward the north to head back towards vicinity of pickup 

point. Continued picklng up debris along the way. 

1030 Helicopter CHECKERTAIL 41 arrived in area to pickup survivors from ROCK. 
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AXIIN -...._ USN, - was transferred to helo . Halo 

vas l~docided to land on USS REEVES (DLG 24), which was 

arriving in t ha area, to affect tranafar of the r~aininA aurvivora. 

ROCK proceeding to r endevous with USS REEVES to effect transfers . 

C011111lenced tran 

-

rring LC 
and ADJ 

turning to the 
survivors . 

via smjallll'bjola~t~.~~~Completed 
LTJG ~ USN, 

to tl;le USS REEVES. ROCK re
enroute to Buckner u 1y to deba.rk · 

1~~0 Commenced an expanding sector sear ch from the pickup point south. 

Recovering various pieces of debr is . 

BOO USS SURFniRD ( ADC J8J) arrived on tho scene to join in search. Given 

station 270, 2 , 000 yards from ROCK . 

1923 Returning to the pickup point to recommence the expanding sector search 

to the south. SURFH I RO recovered sane pieces of inoulntion during t he 

night . 

~v~S TRANSPLANT TWO auived on the scene to assist in the search . ROCK and 

SURFBIRD commenced collecting debris as spotted by TRANSPLANT ~40. 

1200 Terminated SAR operations. SURFBIRD transferred debris to ROCK via 

Slnall boat. SURFlliRD released to proceed on duty assigned. ROCK 

commenced transit to Buckner Day , Okinawa, ETA 060JOOZ. 
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RESCUE REPORT 
CWill V FOAM 37r.o. 13 {3•UJ IISTlltTIOIS: SEE IEVEAIE oPII" 't llt• O.t lftl'ta. JJ!It , U 

l , ffi(N I~ O.t.l( (It' ttl$1'1"' I:·:::·;;;:; 
~ ••- nrOT,..r. n "'' e on~Lr Ar'<< 0~/, , < ••n >n'• 

t . LotA tiOol IIJIO OUft U Of IUCI.It vt• IQ.( 4 , •uo;t YlJoi iClt (T"• f uJol ) 

Providing Sorv~ccs to Aireuf t Vie 27- 05N, 130- 00P. (ACSS274) 
t • ...,..,. o• I ,.. •• ~ttc~~ vuiCu •

1 
•· 'o ec •ucuco 1"· ''"4 t , l lJO.t U(t u• IICAA1 

.. "·P"':"""'- ... . c:-. «- 9 4 SAR A1rcraf t 
? .()!;(\ 1H..C: ttCNCNCC Of evt;HTS (Lee• I O. u Ti•• C r ••,J .. ti£ATtC:R: CONJ IT IC.6 AT A:[SCU£ SIT( 

, .... ,.,,, ..... ~I"'"'-~ 
0300 Sighted s trobe light upon sur facin& 

t &, w.& ft.l fOof'( I UVI;ti•U ttw'tUf\111( 

65-611 • f 67 
t•!lf'!l Vf\.OCI" 

•f 4-7 Knots 

Jill, ~oto{*lo O ·JI .. ,. ........ .s. .... •• · ItA u .nlruu: ,._,oour-u QJJMC'I'; ,-u••u• eues'''' CI't 

IC. ..,,..,,t.,.,s..,,.,l Jfvffl l.tf' ' '"J 

0300 Sighted strobe light Soa s tnte 1 
JD, l.clf1'4.S_l,..t f ltiW I/ W t l l ... 

0300 J,cd flares abouL Z miles 

1f.lta•.t,,.,...ll l\' ' '" llaltt41t .. r . 1 , lQ.It""l• lJ .lt'T\I ... l" IUlll 0'_..11110: IIIKVC 

0321 l.ifcraft a1onp,side Heavin& Line 

,, '-"'~'24'".' 1 ~ ....... ,, Swimmer ::1 

10. ..,,,,.., ,, 

1 

..... 1•11/ ilflm••l•" '"• II 
.,.,. .. , .. , Survivors transferred to (DLC 24) Fl' 

1200 KVE Army Hospital , Okinnwa 
10. OH,.a.&.Hit liiC""'lUUI /Htt •If , ,,,, .. ,., .. Ml t //HI .. , ..... " , ... •I ~ ..... • , ... , •.••••• l l£AtiU PttiOO, SWCH/lOCAT II~G. 

lORilYI.:I, POSf.tOII[U lJ 

None 

Rescue of survivors/team USS ROCK. Dr ill ed weekly man overboar d . 

n . ATTACH ENCLOSURES: Naruthu of uarch, 
u. • '"" .,.. t t l\..r. or JU.,,,.,,_. or• •~•AL. 

T. F. ARNOLD, LCDR, USN, Exeeutivc Off icer, By 

..... .. 
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